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EXECUTIVE SUMMARY

This study is a direct follow-on from the results of a Congestion/Road Pricing Study
conducted by Wilbur Smith Associates (WSA), in association with SRF Consulting Group (SRF) in
1997. The Congestion/Road Pricing Study evaluated the potential impacts of and public opinion
related to a congestion road pricing program in the Minneapolis-St. Paul area and of a statewide
vehicle mileage tax. The study concluded with identification of key issues regarding possible road
pricing. As a result of the Congestion/Road Pricing Study, a proposal for adding capacity through
high occupancy toll lanes was made.

This new study, Toll Lane System Preliminary Feasibility Study, was commissioned to
evaluate the impacts of a series of added-capacity lanes on most freeways in the Minneapolis-St. Paul
metropolitan area. An extensive market research program was also carried out to identify public
reaction to the policy and operational aspects of pricing on new capacity in order to define a
Communications Plan for Mn/DOT's ongoing Congestion Relief Toll Lane System Initiative.

The region's plan is to promote transit and carpooling by adding lanes on the area's most
congested freeways. The added capacity lanes are intended for the use of high-occupancy vehicles
(HOVs) free of charge. To make maximum use of excess capacity in the HOV lanes, single-
occupancy vehicles (SOVs) would be allowed into the new lanes if they paid a toll. The basic system
studied is based on Mn/DOT's Transportation System Plan (TSP) and Metropolitan's Council
Transportation Policy Plan (TPP). Additional segments were added to the base scenario to test
various concepts and alternative configurations.

This study analyzed the anticipated use of the toll lanes under a variety of rates, the effect of
the additional capacity on adjacent “free” lanes, and operational implications of such a system, and
estimated system costs and revenues. In addition, a ramp meter bypass buy-in program was also
analyzed.

Studlv Compongnts

- WSA studied several operational aspects of the proposed toll lane system. A HOT lane
operational concept, with regard to lane layout and tolling areas, was developed. Since traditional
toll booths could cause delay, an all electronic system was devised to toll appropriate vehicles, while
allowing HOVs to travel free. Key issues studied included enforcement, minimum charges, .
accounting and billing, safety, and toll collection equipment. Costs of equipment for toll collection
were estimated (as an incremental beyond regular HOV lanes) along with estimated operational costs
of the entire system.

Enforcement of both the HOT lane and ramp meter bypass buy-in concepts was assumed to
be an incremental increase in the visual enforcement presently being used to enforce HOV



compliance. Valid tag indicator lights would be added to the system to allow enforcement personnel
to determine valid SOV users. '

WSA, in cooperation with SRF, estimated freeway usage utilizing Metropolitan Council's
travel demand model, with consideration for a.m. peak, p.m. peak, off-peak, and shoulder time
periods in years 2000 and 2020. The traffic assignment models were modified to include
consideration of tolled travel in the HOV lanes vs. free travel in the adjacent general purpose lanes
for SOV traffic, which are assigned separately from HOV-2 and HOV-3 traffic. These models tested
the toll rates and traffic volumes which would be achieved under seven regionwide scenarios with
HOT lanes in place. Base HOV demand and SOV buy-in traffic for each time period and each
scenario were estimated, along with toll revenue from SOVs. The optimal toll rate by time period
was determined by evaluating the revenue potential and traffic impact of several different toll rates.

Additionally, WSA utilized ramp volumes and mainline traffic densities from the traffic
assignments to model the potential revenue associated with a bypass ramp buy-in option. Since there
is a ramp meter system in place now and it is expected to continue to be expanded in the future, much
of the delay on the Twin City's freeway system is experienced at the ramp meters, not on the
mainlines. A ramp meter bypass buy-in concept would be similar to the HOT lane concept, in that
SOV traffic would be allowed to use the currently HOV-only ramp meter bypass for a fee.

Following evaluation of the regionwide scenarios, different segments already planned for
improvement in the TPP were compared against each other to identify the segments where the HOT
lane concept would be most effective. Separate costs and traffic and revenue impacts were developed
for these segments. The amount of traffic "buying in" to the program for several different toll rates
was estimated, along with revenue generated from this scheme.

The market research component of the study was designed to:

0 Test and refine messages aimed at informing the public regarding current and future

: congestion levels and forecasted funding problems;

= Test public response to the Congestion Relief Toll Lane System Initiative concept;

o Determine the best method to present the toll initiative concept and make it
understandable to the public; and

B Obtain input for developing and refining "messages" for use in the Communications
Plan.

The market research plan was undertaken using three methods: focus groups, individual interviews
with business and community representatives, and special interviews with the Humphrey Institute's
Local Advisory Committee on Congestion Pricing.

The intent of the eight focus groups was to present a series of concepts and "messages"
developed by the Congestion Relief Toll'Lane Initiative team based on the public outreach efforts
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conducted previously for the Congestion Road/Pricing Study. Once focus group sessions were
completed, refined "messages" were presented to a select group of representatives from the business,
community, student, shipping, and other interests to identify how the views of the specific groups may
be different from the focus groups. Finally, a series of topics and questions were brought to the
Humphrey Institute's Local Advisory Committee, a broad-based group that is designed to represent
a wide variety of viewpoints, for discussion.

Results and Conclusions

A summary of the financial viability of the various regionwide scenarios studied is shown in
Table ES-1. A summary of those segments of characteristics already included in the TPP can be seen
in Table ES-2. As shown in Table ES-1, system net revenues, with both HOT and tolled ramp meter
bypass lanes, can range from $3 million to $25 million, depending on the location and length of the
HOT system and the number of ramp meter bypasses. It should be noted that SOV usage and,
therefore, revenues under the type of HOT lane system studied here may decrease over time as usage
by free HOV traffic increases.

Scenario 1, which would include segments already included in the TSP and the TPP, is
estimated to generate an average of $13 million per year at 2010-2020 levels, assuming both HOT
and ramp meter bypasses are constructed. The Ultimate System, which would encompass almost all
freeways in the Twin Cities region, including tolled ramp meter bypass lanes, would generate net

" revenues of approximately $25 million at 2010-2020 levels once toll system operating and capital

costs are taken into account.

The information in Table ES-2 summarizes comparison of traffic utilization, revenue, and
cost, by highway segment. All segments shown are already included in the TPP. The goal to the
comparison was to identify those TPP segments that may warrant consideration as higher
priority based on HOT implementation potential, based on categories that include: total (free and
tolled) HOT lane demand, congestion reduction potential, revenue and costs, and ease of
implementation (represented by order-of-magnitude estimates of right-of-way costs).

Based on the information shown, each segment grouping was ranked in each category. The
total overall rankings resulted in two overall categories that could be characterized as higher priority
and lower priority. Segment groups that were ranked in the higher priority grouping include the
following:

94-A/494-A; |
94-A/494-A/494-B/494-C;
94-A/94-B;
694-B; and

' 394-A/394-B..
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